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TECHNICAL MEMORANDUM 

 

Date: July 21, 2021 

To:  Troy Bourne, Spieker Senior Development 
Dick Loewke, Loewke Planning Associates  

From: Bill Burton, PE, Fehr & Peers 

Subject: Spieker Walnut Creek – Draft Transportation Assessment 

WC20-3699.00 

This technical memorandum has been prepared to document our assessment of the potential 
transportation related impacts of your proposal to develop a continuing care retirement facility in 
Contra Costa County (adjacent Heather Farms Park in Walnut Creek). The project proposes the 
construction of 454 units on a 30.4-acre site accessed exclusively from Kinross Drive west of Ygnacio 
Valley Road. Of the units, 354 would be independent living units with 100 being health care center 
units (mixture of assisted living, skilled nursing, and memory care). Two gated emergency access 
(EVA) points would be provided, one connecting to North San Carlos Drive at the northerly end of 
the project site, and a second connecting to the extension of Seven Hills Ranch Road at the 
southwest end of the project site.   

This study has been prepared in accordance with the methodology and requirements of Contra 
Costa County’s Transportation Analysis Guidelines (Conservation and Development Department, 
Public Works Department, June 23, 2020). These new guidelines are consistent with the 
requirements of Senate Bill SB 743 which took full effect on July 1, 2020. The implementation of SB 
743 eliminated the use of criteria such as auto delay, level of service, and similar measures of vehicle 
capacity of traffic congestion as the basis for determining significant impacts as part of California 
Environmental Quality Act (CEQA) compliance.  

While no longer required as part of CEQA, Contra Costa County’s Transportation Analysis Guidelines 
indicate that Level of Service (LOS) analysis may be required for the following conditions: 
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• Development projects that generate 100 or more net new peak hour trips, 
• Development projects that add 50 or more net new peak hour trips to an intersection, or 
• Development projects that create operational or safety concerns. 

The proposed project was not found to satisfy any of these three conditions. Nevertheless, to 
provide information to the applicant and decision makers relative to the potential transportation 
related consequences of the project, focused analyses of area intersections have been undertaken 
in accordance with the County’s guidelines. These analyses include both LOS and safety related 
assessments. 

Project Description 

The project proposes the development of a 454 unit continuing care retirement facility in 
unincorporated Contra Costa County. The 30.4-acre site would be located west of Ygnacio Valley 
Road just south of Heather Farms Park. Figure 1 illustrates the project’s proposed site plan. All 
vehicular access to the project site would be provided via Kinross Drive just west of the Marchbanks 
Drive intersection. A total of 594 on-site parking spaces would be provided in garages and surface 
parking lots located at various locations throughout the site. Gated emergency vehicle access points 
would be provided connecting to North San Carlos Drive on the site’s north end and to an extension 
of Seven Hills Ranch Road near the site’s southwestern corner. Pedestrians and bicyclists would also 
be able to use these EVA’s for ingress and egress from the project site. Internal access within the 
project would be provided by an internal loop roadway system, as shown on Figure 1. 

At full capacity, 560 total residents would live at the project site. A total of 225 employees would 
work at the site, and the following work shifts are anticipated: 

• Early Morning Shift (7 AM to 3 PM) – 25% 
• Standard Shift (9 AM to 5 PM) – 45% 
• Late Afternoon Shift (3 PM to 11 AM) – 20% 
• Night Shift (11 PM to 7 AM) – 10% 

The project would provide a free shuttle system for project residents. The shuttle system would 
provide service connecting residents to the Walnut Creek BART Station as well as local retail 
establishments. While the exact shuttle service will change and evolve to meet the specific needs 
of the site’s residents, the following services are anticipated based on typical provisions at other 
sites and the local landscape: 
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• Monday, Wednesday, and Friday early afternoon scheduled free service to six or more local 
shopping destinations within a 15-mile radius using a combination of small and large vans 

• Monday through Friday free shuttle service for medical appointments using passenger 
vehicles 

• Sunday free shuttle service to local places of worship using large vans 
• Additional free shuttle service to museums, the theatre and sporting events on a scheduled 

basis using large vans 
• Additional on-demand fee-for-service transportation for personal errands provided via Lyft 

Existing Transportation System 

Roadway Network 

Ygnacio Valley Road 

Ygnacio Valley Road is a six-lane, east-west divided arterial that extends from I-680 to Clayton Road, 
where it continues as Kirker Pass Road. The Central Contra Costa County Action Plan identifies 
Ygnacio Valley Road as a Route of Regional Significance. The posted speed limit on Ygnacio Valley 
Road in the Plan Area is 30 miles per hour (mph). Sidewalks are provided on both sides of the street 
through the study area; bicycles are allowed to ride on the sidewalk as Ygnacio Valley Road is a 
designated enhanced Class III bicycle route. No parking is permitted on this roadway.  

Kinross Drive 

Kinross Drive is a two-lane residential roadway running on a north-south curvilinear alignment. It 
connects Ygnacio Valley Road with Marchbanks Drive. Most of the roadway is a private facility 
passing through the Heather Farms residential development. This private roadway has a posted 
speed limit of 15 miles per hour which is reinforced through the presence of speed humps. On-
street parking is not allowed on the private portion of Kinross Drive, but it is allowed on the short 
public portion (approximately 250 feet) on the Ygnacio Valley Road approach. 

Marchbanks Drive 

Marchbanks Drive is a two-lane collector roadway forming a loop north of Ygnacio Valley Road. It 
extends from its intersection at Ygnacio Valley Road/Tampico in the south to a tee-intersection with 
Ygnacio Valley Road approximately one-half mile to the northeast. On-street parking is permitted 
along Marchbanks Drive, which has a posted speed limit of 30 miles per hour. The roadway also 
provides a striped Class II bicycle lane for its extent. 
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Transit Service 

County Connection 

Fixed route bus transit service in the vicinity of the project site is provided by the County 
Connection. The County Connection provides bus transit service to communities throughout central 
Contra Costa County, including the cities of Pleasant Hill and Walnut Creek. County Connection is 
also a paratransit service provider. The study area is served by Routes 1, 92X, 93X, and 311. The 
routes connect the site to the Walnut Creek BART Station, Pleasant Hill BART Station, Concord BART 
Station, Antioch BART Station, Pleasanton ACE Station, San Ramon Transit Center, and many other 
local facilities and attractions. At the BART stations, connections to numerous other County 
Connection routes and other transit service providers are available. The closest bus stops to the 
project site are located at the intersections of Ygnacio Valley Road/Kinross Drive and Ygnacio Valley 
Road/Marchbanks Drive/Tampico. 

Paratransit service within Contra Costa County is provided by the County Connection through LINK 
Paratransit. LINK Paratransit provides on-demand door-to-door service for eligible ADA patrons 
within the project’s vicinity. 

Bay Area Rapid Transit  

Regional transit service in the study area is provided by the San Francisco Bay Area Rapid Transit 
(BART). The Walnut Creek BART station is located roughly 1.5 miles southwest of the project site, 
north of Ygnacio Valley Road and west of North California Boulevard. The station is on the 
Pittsburg/Bay Point line, providing direct service to downtown San Francisco. Passengers travelling 
to or from destinations on the Fremont, Richmond, or Dublin/Pleasanton lines are required to 
transfer, generally at the MacArthur BART station. Trains operate approximately between 4:30 a.m. 
and midnight on weekdays. Train frequency varies from 20 minutes on weekends, to 15 minutes 
during off-peak weekday, to 5 to 8 minutes during the peak commute hours. 

The Pleasant Hill/Contra Costa Centre BART Station is also located in the vicinity of the project site 
and will serve project generated trips. The station is located just north of Treat Boulevard at Oak 
Road and can be directly accessed from the project site via the Iron Horse Trail by bicyclists and 
pedestrians. BART service at the station is like that provided at Walnut Creek as it is also on the 
Pittsburg/Bay Point line. 
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Pedestrian Facilities 

Walkability is defined as the ability to travel easily and safely between various origins and 
destinations without having to rely on automobiles or other motorized travel. The ideal “walkable” 
community includes wide sidewalks, a mix of land uses such as residential, employment, and 
shopping opportunities, a limited number of conflict points with vehicle traffic, and easy access to 
transit facilities and services. Pedestrian facilities consist of crosswalks, sidewalks, pedestrian signals, 
and off-street paths, which provide safe and convenient routes for pedestrians to access the 
destinations such as institutions, businesses, public transportation, and recreation facilities. This 
section identifies pedestrian facilities in the transportation study area. 

Pedestrian facilities in the study area include sidewalks, crosswalks, and pedestrian signals. A fairly 
complete system of sidewalks is provided to the east of the site; Marchbanks Drive, Ygnacio Valley 
Road and the public portions of Kinross Drive provide City standard sidewalks along both sides of 
the roadway. The private portion of Kinross Drive between Marchbanks Drive and Ygnacio Valley 
Road provides discontinuous sidewalks along one-side of the roadway (alternating sides in 
locations). Project related pedestrian travel could also access Seven Hills Ranch Road and North 
San Carlos Drive via the EVAs proposed on the northern and southern ends of the project site. 
Neither Seven Hills Ranch Road nor North San Carlos Drive provide sidewalks on the sections 
abutting the project site. 

Bicycle Facilities 

The City of Walnut Creek, which surrounds the project site, has a bicycle network that runs 
throughout the City. Bicycle facilities in the City of Walnut Creek include the following: 

• Class I Bikeway (Bike Path) provides a completely separate right-of-way and are designated 
for the exclusive use of people riding bicycles and walking with minimal cross-flow traffic. 
Such paths can be well situated along creeks, canals, and rail lines. Class I Bikeways can also 
offer opportunities not provided by the road system by serving as both recreational areas 
and/or desirable commuter routes.  

• Class II Bikeway (Bike Lane) provides designated street space for bicyclists, typically 
adjacent to the outer vehicle travel lanes. Bike lanes include special lane markings, 
pavement legends, and signage. Bike lanes may be enhanced with painted buffers between 
vehicle lanes and/or parking, and green paint at conflict zones (such as driveways or 
intersections).  
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• Class III Bikeway (Bike Route) provides enhanced mixed-traffic conditions for bicyclists 
through signage, striping, and/or traffic calming treatments, and to provide continuity to a 
bikeway network. Bike routes are typically designated along gaps between bike trails or 
bike lanes, or along low-volume, low-speed streets. Bicycle boulevards provide further 
enhancements to bike routes to encourage slow speeds and discourage non-local vehicle 
traffic via traffic diverters, chicanes, traffic circles, and/or speed tables. Bicycle boulevards 
can also feature special wayfinding signage to nearby destinations or other bikeways.  

In the immediate vicinity of the project site, designated bicycle facilities area provided on 
Marchbanks Drive and Ygnacio Valley Road. Marchbanks Drive provides a striped Class II bicycle 
lane for its entire length. Bicycles are allowed to ride on the sidewalk as Ygnacio Valley Road is a 
designated enhanced Class III bicycle route. Bicycles are permitted to use all other roadway facilities 
near the project site. 

The Iron Horse Regional Trail is a Class I multi-use path located approximately one-quarter mile 
west of the project site (and accessible via Seven Hills Ranch Road) that spans a distance of 32 miles 
and connects East Bay cities including Concord, Walnut Creek, Alamo, Danville, and San Ramon. 
This trail provides a direct linkage to the Pleasant Hill BART Station. 

The Contra Costa Canal Trail, located just north of the project site, parallels the Contra Costa Canal, 
following a horseshoe-shaped path through central Contra Costa County. The trail intercepts a 
number of local parks in Pleasant Hill (Las Juntas Park), Walnut Creek (Larkey Park, Heather Farm 
Park), and Concord (Lime Ridge). It also makes connections to a number of regional trails, including 
the California State Riding and Hiking Trail, Briones-to-Mt. Diablo Trail, and the Iron Horse Trail. 

Standards of Significance 

This study incorporates the standards of significance of Contra Costa County as described in their 
Transportation Analysis Guidelines (Conservation and Development Department, Public Works 
Department, June 23, 2020). 

VMT Screening Criteria 

Absent substantial evidence indicating that a project would generate a potentially significant level 
of VMT, the following types of projects should be expected to cause a less-than-significant impact 
under CEQA and do not require further VMT analysis: 

• Projects that: 
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o Generate or attract fewer than 110 daily vehicle trips; or, 
o Projects of 10,000 square feet or less of non-residential space or 20 residential units 

or less, or otherwise generating less than 836 VMT per day. 
• Residential, retail, office projects, or mixed-use projects proposed within ½ mile of an 

existing major transit stop1 or an existing stop along a high-quality transit corridor2. 
• Residential projects (home-based VMT) at 15% or below the baseline County-wide home-

based average VMT per capita, or employment projects (employee VMT) at 15% or below 
the baseline Bay Area average commute VMT per employee in areas with low VMT that 
incorporate similar VMT reducing features (i.e., density, mix of uses, transit accessibility). 

• Public facilities (e.g. emergency services, passive parks (low-intensity recreation, open 
space), libraries, community centers, public utilities) and government buildings. 

VMT Thresholds of Significance 

For projects that do not meet the screening criteria, a proposed project should be considered to 
have a significant impact if project VMT is greater than: 

• Residential Projects: 15 percent below the Countywide average home-based VMT per 
capita. 

• Employment Projects (office, industrial and institutional projects): 15 percent below the Bay 
Area average commute VMT per employee. 

• Regional Retail (>50,000 square feet): 15% below Bay Area average total VMT per service 
population. 

• Mixed-Use Projects: 15 percent below the Countywide average total VMT per service 
population.  

Additionally, Senate Bill 743 establishes the significance of a project’s impact if it: 

• Conflicts with a plan, ordinance, or policy addressing the safety or performance of the 
circulation system, including transit, roadways, bicycle lanes, and pedestrian paths (except 
for automobile level of service or other measures of vehicle delay). 

 
1 Pub. Resources Code, § 21064.3 (“‘Major transit stop’ means a site containing an existing rail transit station, a ferry terminal 

served by either a bus or rail transit service, or the intersection of two or more major bus routes with a frequency of service 
interval of 15 minutes or less during the morning and afternoon peak commute periods.”). 

2 Pub. Resources Code, § 21155 (“For purposes of this section, a high-quality transit corridor means a corridor with fixed route bus 
service with service intervals no longer than 15 minutes during peak commute hours.”). 
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• Substantially induces additional automobile travel by increasing physical roadway capacity 
in congested areas (i.e., by adding new mixed-flow lanes) or by adding new roadways to 
the network. 

Cumulative VMT Impacts  

Cumulative impacts should be evaluated for consistency with the County General Plan (Envision 
2040). For example, if a project is consistent with the County General Plan (Envision 2040) and the 
General Plan remains consistent with its VMT projections as originally analyzed, the project’s 
cumulative impacts shall be less-than significant. However, if the project is inconsistent with the 
adopted County General Plan, then the analysis should evaluate the project’s cumulative VMT 
impacts and determine if the Countywide VMT increases or decreases with the proposed project 
relative to the VMT generated by full General Plan buildout.   

If the Cumulative plus Project analysis indicates that total VMT remains at or below the VMT 
generated by full General Plan buildout and the project is aligned with the County General Plan’s 
relevant goals and policies, then the project would be considered to have a less-than significant 
cumulative impact. Alternatively, a significant impact would occur if the proposed project increases 
total VMT compared to the County General Plan (Envision 2040) assumptions. 

Intersection Levels of Service 

While not required as part of the project’s CEQA assessment, the County can require development 
projects to perform intersection level of service analysis. As previously indicated, the project does 
not satisfy the County’s criteria for LOS analysis (it generates less than 100 peak hour trips and does 
not add 50 or more trips to any significant intersection. However, to provide information, a focused 
level of service and safety assessment has been performed. 

When evaluating the effects of development projects on the performance of the unincorporated 
County’s transportation facilities, the County applies operational standards to ensure the levels of 
growth and development provided in the County General Plan Land Use Element are sufficiently 
accommodated.  

Identifying improvements to address operational deficiencies would be required under the 
following circumstances:   

• Development projects where the addition of project traffic to an intersection(s) results in 
the degradation of intersection operations from acceptable LOS D or better to 
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unacceptable operations (LOS E or LOS F), except for intersections within Priority 
Development Areas (“PDA”) where the minimum acceptable operational standard is LOS E; 

• Development projects where the addition of project traffic to an intersection(s) operating 
unacceptably before the addition of project trips results in the exacerbation of 
unacceptable operations, and increases the average control delay (for signalized and all-
way stop-controlled intersections) or worst movement/approach delay (for side-street 
stop-controlled intersections) at the intersection by 5.0 seconds or more 

Vehicle Miles of Travel 

The project is a combination of residential and employment uses. While its primary function is to 
serve as a place of residence for its occupants, it will also employ a substantial number of people, 
some of which will choose to drive to the site as their mode of arrival. To holistically evaluate and 
assess the project’s potential impacts on Vehicle Miles of Travel it has been treated as a “mixed-
use” project. Within this category, all VMT associated with the project is captured, including that 
which is generated by both residents and employees. This VMT per “service population,” which 
includes both residents and employees can then be compared to the Countywide average per 
service population to determine the project’s potential impacts. Table 1 presents a summary of the 
project’s VMT calculations. 

Table 1: Project VMT Summary 

Land Use 
Baseline 

VMT/Service 
Population 

15% Below 
Baseline 

VMT/Service 
Population 

2040 
VMT/Service 
Population 

15% Below 
2040 

VMT/Service 
Population 

Project 
VMT/Service 
Population 

454 Units Continuing Care 
Retirement Facility, 560 
Residents, 225 Employees 

30.3 25.8 29.4 25.0 21.51 

1 – (Daily Trip Generation x Service Population Trip Length)/(Total Service Population) = (1,090 * 15.5)/785 = 21.5 
Daily trip generation from Institute of Transportation Engineers, 10th Edition average trip rates for Land Use Code 255 
Continuing Care 
Sources: Contra Costa County Travel Demand Model, Fehr & Peers, 2021. 
  

Using the daily trip generation calculations (Table 4), the number of residents and employees on 
site and service population trip lengths for the project’s Traffic Analysis Zone (TAZ) from the CCTA 
travel demand model, the project’s daily VMT per service population was calculated to be 21.5.  The 
service population trip length from the project’s TAZ is 15.5 miles. The project VMT/service 
population is 15% below the Countywide baseline VMT per service population and 15% below the 
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Countywide 2040 VMT per service population. Thus, per the County’s recently established standards 
of significance, the project is expected to have a less than significant impact pertaining to VMT.  

Cumulative VMT 

The current County General Plan designation for the project site is “Single Family Residential 
Medium Density.” This designation permits single family residential development at a density up to 
4.9 dwelling units per acre, which would equate to 144 homes on the 29.5-acre site (net site area). 
An additional 15 percent density bonus is allowable under the General Plan to account for 
mandatory inclusionary units.  Thus, a total of 166 single family residential homes would be 
permitted on the site under the current General Plan designation. The daily vehicle trip generation 
of 166 single family homes would be approximately 1,567 trips. In comparison, the 
proposed Continuing Care Retirement Community project’s daily trip generation is anticipated 
to be 1,090 trips. Thus, the project’s cumulative effect on Vehicle Miles of Travel is expected to be 
beneficial as it is expected to generate less daily travel and less VMT than that anticipated under 
current General Plan buildout. Table 2 presents a summary comparison of the daily VMT forecast 
to be generated by the proposed project versus that which would be generated by the land use 
allowable under the current General Plan designation. 

Table 2: Cumulative VMT Comparison – Project vs General Plan Allowable

Project Daily Trips Project Daily VMT General Plan Designation 
Daily Trips 

General Plan Designation 
Daily VMT 

1,090 16,895 1,567 24,289 

Sources: Contra Costa County Travel Demand Model, Fehr & Peers, 2021. 

Intersection Operations Analysis 

Study Area and Analysis Scenarios 

The transportation analysis evaluates the weekday morning (7:00 to 9:00 AM) and evening (4:00 to 
6:00 PM) peak period intersection operations at the following intersections:  

1. Marchbanks Drive/Tampico and Ygnacio Valley Road
2. Kinross Drive and Ygnacio Valley Road
3. San Carlos Drive and Ygnacio Valley Road
4. Kinross Drive and Marchbanks Drive
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Figure 2 illustrates the locations of the four study intersections with respect to the project site. 
Peak-hour intersection operations were evaluated for the following scenarios using the 
Transportation Research Board’s 2010 Highway Capacity Manual method for vehicles, as calculated 
by the Synchro 10.0 software: 

• Existing – Based on existing traffic counts  

• Existing with Project – Existing traffic counts with traffic expected to be generated by the 
project.  

• Cumulative – Forecasts for the cumulative scenario are based on traffic growth trends as 
described in the applicable General Plans and supplemented by a check of traffic forecasts 
for the study area in the 2040 Contra Costa Countywide travel demand model.   

• Cumulative with Project – Cumulative forecasts plus traffic expected to be generated by 
the project.  

It should be noted that due to the COVID-19 pandemic, manual turning movement counts in the 
spring of 2020 were not possible. Turning movement counts from the Streetlight data turning 
movement count product were obtained for use in the study. Data from the fall of 2019 was 
incorporated into the assessment. The count data was compared to historical counts (2015 and 
2016) on Ygnacio Valley Road from previous traffic impact studies conducted in the area and found 
to be similar. Figure 3 presents summaries of the existing traffic counts at the four study 
intersections. 

Analysis Methodology 

The analysis results include a descriptive term known as level of service (LOS). LOS is a measure of 
traffic operating conditions, which varies from LOS A (indicating free-flow traffic conditions with 
little or no delay) to LOS F (representing over-saturated conditions where traffic flows exceed design 
capacity resulting in long queues and delays). These grades represent the perspective of drivers 
and are an indication of the comfort and convenience associated with driving. The LOS standard 
for intersections in the study area is LOS D. 

Table 3 summarizes the relationship between the average control delay per vehicle and LOS at 
unsignalized intersections. The intersection average delay and highest movement/approach delay 
are reported for side-street stop-controlled intersections. At side-street stop-controlled 
intersections, the delay is calculated for each stop-controlled movement and the left-turn 
movement from the major street, as well as the average delay for the intersection. 
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Table 3:  Unsignalized Intersection Level of Service Thresholds 

Level of Service  Unsignalized Intersection Control 
Delay (sec/veh)1 General Description 

A 0 – 10.0 Little to no congestion or delays. 

B 10.1 – 15.0 Limited congestion. Short delays. 

C 15.1 – 25.0 Some congestion with average delays. 

D 25.1 – 35.0 Significant congestion and delays. 

E 35.1 – 50.0 Severe congestion and delays. 

F > 50.0 Total breakdown with extreme delays. 
1 Control delay includes initial deceleration delay, queue move-up time, stopped delay, and acceleration delay. 
Source: Highway Capacity Manual, Chapter 20 and 21 (Unsignalized Intersections), Transportation Research Board, 2010. 

 

Traffic conditions at signalized intersections were evaluated using methods developed by the 
Transportation Research Board, as documented in the 2010 Highway Capacity Manual. This method 
calculates control delay at an intersection based on inputs such as traffic volumes, lane geometry, 
signal phasing and timing, pedestrian crossing times, and peak hour factors. Control delay is 
defined as the delay directly associated with the traffic control device (i.e., a stop sign or a traffic 
signal) and specifically includes initial deceleration delay, queue move-up time, stopped delay, and 
final acceleration delay.  The relationship between LOS and control delay for signalized intersections 
is summarized in Table 4. 
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Table 4: Signalized Intersection LOS Criteria 

Level of Service Description Delay in 
Seconds 

A 
Progression is extremely favorable, and most vehicles arrive during the 
green phase. Most vehicles do not stop at all. Short cycle lengths may 
also contribute to low delay. 

 < 10.0 

B Progression is good, cycle lengths are short, or both.  More vehicles 
stop than with LOS A, causing higher levels of average delay. > 10.0 to 20.0 

C 

Higher congestion may result from fair progression, longer cycle 
lengths, or both. Individual cycle failures may begin to appear at this 
level, though many still pass through the intersection without 
stopping. 

> 20.0 to 35.0 

D 

The influence of congestion becomes more noticeable. Longer delays 
may result from some combination of unfavorable progression, long 
cycle lengths, or high V/C ratios. Many vehicles stop, and the 
proportion of vehicles not stopping declines. Individual cycle failures 
are noticeable. 

> 35.0 to 55.0 

E 

This level is considered by many agencies to be the limit of acceptable 
delay. These high delay values generally indicate poor progression, 
long cycle lengths, and high V/C ratios.  Individual cycle failures are 
frequent occurrences. 

> 55.0 to 80.0 

F 

This level is considered unacceptable with oversaturation, which is 
when arrival flow rates exceed the capacity of the intersection. This 
level may also occur at high V/C ratios below 1.0 with many individual 
cycle failures. Poor progression and long cycle lengths may also be 
contributing factors to such delay levels. 

> 80.0 

Source: Highway Capacity Manual, 2010. 

Project Trip Generation  

The number of vehicle trips that would be generated by the proposed project were estimated 
through a trip generation analysis. Anticipated trip generation rates associated with the proposed 
land use were taken from the Institute of Transportation Engineers (ITE) Trip Generation, 10th Edition 
reference. This manual is a national compilation of trip generation statistics for land-uses of various 
sizes and types. Our assessment makes use of data compiled for the “Continuing Care Retirement 
Community” land use (ITE Code 255). Rates from this reference were used to assess the total 
number of trips associated with the proposed project. The trip generation manual provides rates 
for two independent variables (total units and occupied units) for the Continuing Care Retirement 
Community Land Use; the number of total units was used as the independent variable within this 
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assessment. Table 5 presents the results of the trip generation analysis performed for the proposed 
project. 

Table 5: Weekday Project Vehicle Trip Generation  

Land Use/Size Size Daily Trips 
AM Peak Hour Trips PM Peak Hour Trips 

Inbound Outbound Inbound Outbound 

Continuing Care 
Retirement Community  454 Units 1,090 41 23 28 45 

Source: Institute of Transportation Engineers, 10th Edition average trip rates for Land Use Code 255 Continuing Care 
Retirement Community (total units as independent variable) – General urban/suburban area. 
 

The ITE Trip Generation Manual describes Land Use Code 255 (Continuing Care Retirement 
Community) as follows: “A continuing care retirement community is a land use that provides multiple 
elements of senior adult living. CCRCs combine aspects of independent living with increased care, as 
lifestyle needs change with time. Housing options may include various combinations of senior adult 
(detached), senior adult (attached), congregate care, assisted living, and skilled nursing care – aimed 
at allowing the residents to live in one community as their medical needs change. The communities 
may also contain special services such as medical, dining, recreational, and some limited supporting 
retail facilities. CCRCs are usually self-contained villages.” This description precisely fits what the 
project proposes and is the ITE land-use most appropriate for project evaluation. Disaggregating 
the component parts of the proposed project for individual treatment within the trip generation 
calculations would not be appropriate and has not been done. 

Project Trip Distribution 

Project trip distribution refers to the directions of approach and departure that vehicles would take 
to access and leave the site. Estimates of regional project trip distribution were developed based 
on existing travel patterns in the area, a select zone analysis using the Contra Costa Transportation 
Authority (CCTA) travel demand model, and the location of complementary land uses. Figure 4 
illustrates the anticipated directions of approach and departure for project related vehicle trips. 
Roughly 70 percent of project related traffic is expected to arrive and depart to the west on Ygnacio 
Valley Road with the remaining 30 percent having origins and destinations to the east. Using the 
trip distribution pattern presented in Figure 4 and the trip generation calculations summarized in 
Table 5, project trips were assigned to the local study network. Figure 5 presents the project trip 
assignment at the four study intersections and Figure 6 presents the resulting volumes for the 
Existing plus Project condition. 
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Existing and Existing Plus Project Conditions 

Table 6 presents the results of the weekday morning and evening peak hour Existing and Existing 
plus Project intersection level of service analysis at the four study intersections. As previously 
discussed, this analysis is based on the methodologies of the Transportation Research Board’s 2010 
Highway Capacity Manual, using the Synchro 10.0 software. The existing conditions analysis 
incorporates existing signal timing, phasing, and control. Historical observed peak hour factors by 
intersection approach were incorporated from previous traffic counts. 

As presented in Table 6, the traffic associated with the proposed project would result in minor 
increases in delay at the four study intersections. Levels of service are expected to remain 
unchanged with the addition of project related traffic. 

Table 6: Existing Conditions AM and PM Peak Hour Intersection Delay / LOS 

Intersection  Control¹ Peak Hour 
Delay / LOS² 

Existing Existing Plus Project 

Marchbanks Dr & 
Ygnacio Valley Rd Signal AM 

PM 
25.5 / C 
19.4 / B 

27.1 / C 
22.3 / C 

Kinross Dr & 
Ygnacio Valley Rd Signal AM 

PM 
15.9 / B 
18.2 / B 

16.7 / B 
18.5 / B 

San Carlos Dr & 
Ygnacio Valley Rd Signal AM 

PM 
73.7 / E 
62.5 / E 

74.7 / E 
63.6 / E 

Kinross Dr & 
Marchbanks Dr 

All-way 
Stop-control 

AM 
PM 

7.3 / A 
7.7 / A 

7.5 / A 
8.0 / A 

Notes: 
1. Signal=Signalized intersection; AWSC=All-way Stop-controlled intersection 
2. Delay (seconds per vehicle)/Level of Service 

Source: Fehr & Peers, 2021 

Cumulative and Cumulative Plus Project Conditions 

Cumulative forecasts for the study intersections were developed using growth rates from the CCTA 
travel demand model. The model forecasts future traffic volumes in the area for the year 2040 
assuming buildout of the County and local City general plans. To develop traffic volumes for the 
Cumulative plus Project condition, traffic associated with the project, as illustrated in Figure 5, was 
added to the Cumulative baseline scenario. Figure 7 illustrates Cumulative baseline traffic volumes 
and Figure 8 illustrates Cumulative plus Project traffic volumes. Table 7 illustrates the results of the 
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Cumulative and Cumulative plus Project intersection level of service analysis. Within the cumulative 
conditions’ assessment, a uniform intersection peak hour factor was applied based on the highest 
observed movement peak hour factor by intersection. These peak hour factors ranged from 0.94 to 
0.98 depending on the level of congestion. 

As presented in Table 7, the traffic associated with the proposed project would result in minor 
increases in delay at the four study intersections in the Cumulative scenarios.  

Table 7: Cumulative Conditions AM and PM Peak Hour Intersection Delay / LOS 

Intersection  Control¹ Peak Hour 
Delay / LOS² 

Cumulative Cumulative Plus Project 

Marchbanks Dr & 
Ygnacio Valley Rd Signal AM 

PM 
28.8 / C 
27.2 / C 

30.4 / C 
28.9 / C 

Kinross Dr & 
Ygnacio Valley Rd Signal AM 

PM 
17.5 / C 
19.9 / B 

18.1 / C 
20.2 / C 

San Carlos Dr & 
Ygnacio Valley Rd Signal AM 

PM 
86.2 / F 
65.2 / E 

86.9 / F 
65.5 / E 

Kinross Dr & 
Marchbanks Dr 

All-way 
Stop-control 

AM 
PM 

7.3 / A 
7.7 / A 

7.5 / A 
8.0 / A 

Notes: 
1. Signal=Signalized intersection; AWSC=All-way Stop-controlled intersection 
2. Delay (seconds per vehicle)/Level of Service 

Source: Fehr & Peers, 2021 
 

As illustrated in Tables 6 and 7, the project is not anticipated to have a detrimental or material effect 
on the four study intersections. 

Multimodal Transportation Service Objectives 

Pursuant to the Central County Action Plan (TRANSPAC, September 2017) the project’s effects on 
designated Multimodal Transportation Service Objectives (MTSOs) were assessed. The identified 
Route of Regional Significance for MTSO measurement closest to the project site is Ygnacio Valley 
Road. Since the section of Ygnacio Valley Road closest to the project is in the City of Walnut Creek, 
the project’s effects on the intersections of Ygnacio Valley Road/Civic Drive and Ygnacio Valley 
Road/Bancroft Road were assessed. The MTSO applied to the intersections is Level of Service and 
the MTSO for the two intersections is LOS F. Table 8 and Table 9 illustrate the project’s anticipated 
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effects on the MTSO at these two locations. Baseline existing volumes and Cumulative (2040) 
forecasts for the two MTSO intersections were obtained from traffic studies performed for the 
Walnut Creek North Downtown Specific Plan (October 15, 2019). 

Table 8: MTSO - Existing Conditions AM and PM Peak Hour 

Intersection  Control¹ Peak Hour 
Delay / LOS² 

Existing Existing Plus Project 

Civic Drive & 
Ygnacio Valley Rd Signal AM 

PM 
50.9 / D 
99.4 / F 

50.9 / D 
99.5 / F 

Bancroft Road & 
Ygnacio Valley Rd Signal AM 

PM 
75.6 / E 
50.9 / D 

76.6 / E 
51.0 / D 

Notes: 
1.  Signal=Signalized intersection; AWSC=All-way Stop-controlled intersection 
2.  Delay (seconds per vehicle)/Level of Service 

Source: Fehr & Peers, 2021 

Table 9: MTSO - Cumulative Conditions AM and PM Peak Hour 

Intersection  Control¹ Peak Hour 
Delay / LOS² 

Cumulative Cumulative Plus Project 

Civic Drive & 
Ygnacio Valley Rd Signal AM 

PM 
61.6 / E 
125.3 / F 

61.6 / E 
126.2 / F 

Bancroft Road & 
Ygnacio Valley Rd Signal AM 

PM 
122.3 / F 
88.8 / F 

122.3 / F 
89.6 / F 

Notes: 
1.  Signal=Signalized intersection; AWSC=All-way Stop-controlled intersection 
2.  Delay (seconds per vehicle)/Level of Service 

Source: Fehr & Peers, 2021 

As illustrated in Tables 8 and 9, the project is not anticipated to have a detrimental or material effect 
on the two evaluated MTSO intersections. 

Collisions Summary and Analysis 

Statewide Integrated Traffic Records System (SWITRS) collision data for the study intersections are 
summarized in the tables below for the years 2013 to 2017. The collisions by type are summarized 
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in Table 10; collisions by severity are summarized in Table 11; and collisions by primary collision 
factor are summarized in Table 12. 

As shown in Table 10, there were a total of 46 collision records at the study intersections over the 
five years evaluated. The intersection at Marchbanks Drive and Ygnacio Valley Road had 12 
collisions, including one pedestrian collision which was the fault of the driver. The intersection at 
Kinross Drive and Ygnacio Valley Road experienced five collisions. The intersection at San Carlos 
Drive and Ygnacio Valley Road had 26 collisions, including one bicycle collision at the fault of the 
bicyclist. The intersection at Kinross Drive and Marchbanks Drive had three collisions. Most of the 
collisions were rear ends and broadside crashes at this location. The collisions resulted in moderate 
injuries, minor injuries, or property damage only, and no severe or fatal crashes were noted, as 
shown in Table 11. 

The three primary collision factors with the highest number of collisions were “Unsafe Speed”, 
“Following Too Closely”, and “Traffic Signals/Signs”, as shown in Table 12. Collisions resulting from 
“Unsafe Speeds” and “Following Too Closely” occurred mainly on Ygnacio Valley Road during peak 
travel times. 

The top three primary collision factors were related to driver behavior. The collision data did not 
reveal collision trends due to inadequate infrastructure or design issues. Study intersection traffic 
signals are relatively new and have good visibility and modern infrastructure.  

Table 13 presents a summary of the predicted collision frequencies at the study intersections versus 
the actual observed collision rates. Predicted collision frequencies were calculated at the four study 
intersections using the methodology of the Highway Safety Manual (AASHTO 2010). This reference 
provides a methodology to predict the number of collisions for intersections and street segments 
based on roadway and intersection characteristics, such as vehicle and pedestrian volumes, number 
of lanes, signal phasing, on-street parking, and number of driveways. As presented in Table 13, the 
four study intersections have actual collision frequencies less than or equivalent to their predicted 
values. This is an indication that they are relatively safe compared to similar facilities nationwide. 
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Table 10: Collisions by Type 

Intersection Control 

Crash Type 

Total Ped Bike Head- 
On 

Side-
swipe 

Rear 
End 

Broad-
side 

Hit 
Object 

Over- 
turned 

Ped 

Marchbanks Dr & 
Ygnacio Valley Rd Signalized 0 2 6 0 3 0 1 12 1 0 

Kinross Dr & 
Ygnacio Valley Rd Signalized 0 1 3 1 0 0 0 5 0 0 

San Carlos Dr & 
Ygnacio Valley Rd Signalized 2 1 15 8 0 0 0 26 0 1 

Kinross Dr & 
Marchbanks Dr Unsignalized 0 1 2 0 0 0 0 3 0 0 

Total 2 5 26 9 3 0 1 46 1 1 

Source: Fehr & Peers, 2021. 
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Table 11: Collisions by Severity 

Intersection 

All Collisions  
Severity 

Ped Collisions 
Severity 

Bike Collisions 
Severity 

Auto Collisions 
Severity 
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Marchbanks Dr & 
Ygnacio Valley Rd 0 0 3 4 5 0 0 1 0 0 0 0 0 0 0 0 0 2 4 5 

Kinross Dr & 
Ygnacio Valley Rd 0 0 0 4 1 0 0 0 0 0 0 0 0 0 0 0 0 0 4 1 

San Carlos Dr & 
Ygnacio Valley Rd 0 0 2 13 11 0 0 0 0 0 0 0 0 1 0 0 0 2 12 11 

Kinross Dr & 
Marchbanks Dr 0 0 0 0 3 0 0 0 0 0 0 0 0 0 0 0 0 0 0 3 

Total 0 0 5 21 20 0 0 1 0 0 0 0 0 1 0 0 0 4 20 20 

PDO = Property Damage Only, Source: Fehr & Peers, 2021. 

Table 12: Collisions by Primary Collision Factor 

Intersection 

Primary Collision Factor 
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Marchbanks Dr & 
Ygnacio Valley Rd 1 4 1 0 2 2 0 1 0 1 0 

Kinross Dr & 
Ygnacio Valley Rd 0 0 3 0 0 1 0 0 1 0 0 

San Carlos Dr & 
Ygnacio Valley Rd 3 9 1 1 0 0 3 0 5 1 3 

Kinross Dr & 
Marchbanks Dr 0 1 0 0 0 1 0 0 0 1 0 

Total 4 14 5 1 2 4 3 1 6 3 3 

DUI = Driving Under the Influence, Source: Fehr & Peers, 2021. 
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Table 13: Predicted Collision Frequencies versus Actual 

Intersection  Type1 AADT2 
(major) 

AADT2 
(minor) 

Total 
Collisions 
(Actual)³ 

Collisions 
per year 
(Actual) 

Predicted 
Collision 

Frequency 
Difference⁴ 

Marchbanks Dr & 
Ygnacio Valley Rd 4SG 51,210 4,700 12 2.5 7.9 -5.4 

Kinross Dr & 
Ygnacio Valley Rd 4SG 48,580 6,020 5 1.0 6.7 -5.7 

San Carlos Dr & 
Ygnacio Valley Rd 4SG 51,490 7,010 26 5.2 7.7 -2.5 

Kinross Dr & 
Marchbanks Dr 4ST 1,900 1,100 3 0.6 0.5 0.1 

Notes: 
1. 4SG = 4 leg signalized intersection; 4ST = 4 leg unsignalized intersection 
2. Average annual daily traffic (AADT) was estimated using the existing PM peak hour counts collected in 2019 

multiplied by ten.  
3. Collision data obtained from SWITRS for the four intersections between 2013 and 2017. 
4. Negative values indicate that the actual collision frequency is less than the predicted collision frequency for a 

typical intersection with similar attributes. Positive values indicate that the actual collision frequency is greater 
than the predicted collision frequency for a typical intersection with similar attributes. 

Source: Fehr & Peers, 2021. 

Pedestrian Facilities 

The project proposes a City standard sidewalk along the northern side of the extension of Kinross 
Drive from Marchbanks Drive into the project site. A sidewalk on the southern side of the Kinross 
Drive extension is not recommended as it would not provide overall connectivity to the pedestrian 
network outside of the project site. A sidewalk on the southern side of the extension would 
terminate at the Kinross Drive/Club View Terrace intersection, which would result in unnecessary 
mid-block pedestrian crossings, if provided. Additional on-site pedestrian facilities would be 
installed through the project, as illustrated on Figure 1. The EVA access points located on the north 
and south ends of the project site would be equipped with gates allowing pedestrian and bicycle 
access. Residents and employees would be provided with keycards allowing for access via these 
gates. 

The project proposes no features that would be hazardous to pedestrians, nor is it forecast to 
generate pedestrian demand that would exceed the capacity of the area’s pedestrian network. 
Observations at other similar Spieker properties throughout California have found that few off-site 
pedestrian trips occur. As the average resident age is greater than 80 years, most pedestrian activity 
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is typically confined to the project site. No features are proposed by the project that would conflict 
with City or regional plans, policies or ordinances pertaining to pedestrian facilities or travel. No 
significant environmental impacts to pedestrian facilities are anticipated. 

Recommendation Trans-1 – Pedestrian Facilities 

Although not required to mitigate an environmental impact, the following recommendations are 
provided to improve pedestrian access and circulation: 

• Install striped crosswalks and ADA compliant curb ramps in all corners at primary internal 
intersections. In particular, these improvements should be induced at the Kinross Drive 
intersection with the main internal access roadway and main building traffic circle located 
immediately on entry to the site. 

Bicycle Facilities 

The project proposes no bicycle specific on-site circulation amenities (routes, paths, or lanes); 
however, bicycles would not be prohibited from using any of the on-site roadways. On-site 
wayfinding signage for bicycles and pedestrians would be provided along internal routes directing 
people to internal (tennis court, pool, gym, community garden, etc) and external (trails, parks, etc) 
destinations. 

The amount of bicycle parking required for developments within Contra Costa County is stipulated 
in Municipal Code Section 82-16.412. While the Code provides specific bicycle parking 
requirements for traditional residential, educational, commercial, and industrial land uses, no 
directly applicable requirement is provided for a Continuing Care Retirement Community such as 
the project. In the absence of a specific requirement, the County may rely on the Planned Unit 
District (P-1) regulations as outlined in Code Section 84-66.1404. This section allows the County, 
through Planning Commission approval latitude in regulations, including how the Code 
requirements for vehicle and bicycle parking are applied. 

If the project were treated as a traditional “Multi-Family Dwelling without private garage,” Code 
Section 82-16.412 would require 115 long term bicycle parking spaces and 57 short term bicycle 
parking spaces. Table 14 presents a summary of these requirements if the project was treated as 
this land use. It should be noted that the average age of a project resident would be more than 80 
years and that the facility will require substantially lower levels of bicycle parking than a typical 
multi-family housing development. Long term bicycle parking refers to a covered access-controlled 
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enclosure or room that includes permanently anchored bicycle racks or individually lockable bicycle 
lockers. Short term bicycle parking refers to permanently anchor bicycle racks that are covered or 
uncovered, or lockable individual bicycle lockers. Given the nature of the project and the expected 
demographic profile of its residents, the application of the traditional multi-family development 
requirement likely overstates the necessary amount of bicycle parking. 

The project proposes nine racks (for 18 bicycles) in the garage under the Independent Living 
Building, three racks (for six bicycles) at the Health Care Center’s back entrance and one rack (for 
two bicycles) at the rear of the Maintenance Building. A total of 13 bicycle racks with a combined 
capacity for 26 bicycles are proposed. Specific bicycle parking requirements are not specified in the 
County Code for the proposed land use.  

Table 14: Bicycle Parking Summary – Code Requirements 

Parking Type County Code1 Code Requirement1 Proposed Supply 

Long Term Bike Parking 

Spaces for 15 percent of 
the number of bedrooms, 
or two spaces, whichever 

is greater. 

115 0 

Short Term Bike Parking 

Spaces for five percent of 
the number of bedrooms, 
or two spaces, whichever 

is greater. 

57 26 

1 Contra Costa Municipal Code Section 82-16.412 - “Multi-Family Dwelling without private garage,”  
Source: Fehr & Peers, 2021; Contra Costa County Municipal Code 

While the project would not meet County Code requirements for the “Multi-Family Dwelling 
without private garage” category, it is important to note that it is a different land-use and is 
expected to have different needs for bicycle parking. To establish a more appropriate rate for the 
proposed Continuing Care Retirement Community, observations of bicycle parking demand were 
performed at eight similar California facilities. Those observations found the following: 

• Stoneridge Creek (565 Independent Living Units, Pleasanton, CA) = 20 parked bicycles 
• University Village (367 Independent Living Units, Thousand Oaks, CA) = 4 parked bicycles 
• Glen at Scripps Ranch (400 Independent Living Units, San Diego, CA) = 5 parked bicycles 
• La Costa Glen (646 Independent Living Units, Carlsbad, CA) = 16 parked bicycles 
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• Reata Glen (480 Independent Living Units, San Juan Capistrano, CA) = 12 parked bicycles 
• Morningside (324 Independent Living Units, Fullerton, CA) = 0 parked bicycles 

The average peak use of bicycle parking facilities at similar facilities in California was observed to 
be 1 parked bicycle per 49 independent living units. At the facility displaying the greatest use of 
bicycle parking (Pleasanton) the usage was 1 parked bicycle per 28 residential units. As the project 
proposes 1 bicycle parking space per 13.5 independent living units, it is expected that adequate 
bicycle parking is proposed as part of the project. 

The project proposes no features that would be hazardous to bicycles nor is it forecast to generate 
bicycle demand that would exceed the capacity of the area’s bicycle network. As detailed within the 
observations of bicycle parking at similar facilities throughout California, the proposed land use 
generates less than typical demands on the local bicycle network. No features are proposed by the 
project that would conflict with County or regional plans, policies or ordinances pertaining to 
bicycle facilities or travel. No significant impacts to bicycle facilities are anticipated. 

Recommendation Trans-2 – Bicycle Facilities 

Although not required to mitigate an environmental impact, the following recommendation is 
provided to improve bicycle access and circulation: 

• Work with County Planning Department staff to apply the Planned Unit District (P-1) 
regulations for latitude as it pertains to the provision of bicycle parking on site. Provide the 
level of short and long-term bicycle parking needed at similar Spieker Senior Housing 
developments in California. Bicycle parking should be distributed throughout the site and 
located near main building entrances. The bicycle parking should be visible from vehicle 
parking and/or pedestrian circulation areas. 

Transit Access 

Significant adverse impacts to fixed-route service are not expected as a result of the project. The 
project would not conflict with plans, policies, ordinances, or regulations pertaining to public transit. 
Ridership on area transit lines is not expected to exceed available capacities with the addition of 
the demand associated with the project. 
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Parking 

A total of 594 on-site parking spaces would be provided in garages and surface parking lots located 
at various locations throughout the project site. The adequacy of the amount of parking provided 
has been calculated using two separate means. First, the supply has been compared to the 
anticipated parking demand of the project, based on statistics collected at similar facilities 
nationwide. Second, the County’s Municipal Code requirements for off-street vehicular parking 
have been calculated and compared to the proposed supply. It should be noted that parking, or 
the lack of sufficient parking, is not considered to be a significant environmental impact under 
CEQA. 

Off-Street Parking Demand 

Anticipated parking generation rates associated with the proposed land use were taken from the 
Institute of Transportation Engineers (ITE) Parking Generation Manual, 5th Edition reference. This 
manual is a national compilation of parking demand statistics for land-uses of various sizes and 
types. Our assessment makes use of data compiled for the “Continuing Care Retirement 
Community” land use (ITE Code 255). Rates from this reference were used to assess the total 
number of off-street vehicular parking spaces needed by the proposed project. Table 15 presents 
the results of the parking demand analysis performed for the proposed project. 

Table 15: Project Parking Demand Summary 

Land Use/Size Size Weekday Peak 
Demand 

Weekend Peak 
Demand Supply 

Continuing Care Retirement 
Community  454 Units 494 spaces 381 spaces 594 spaces 

Source: Institute of Transportation Engineers, Parking Generation Manual, 5th Edition average parking rates for Land Use 
Code 255 Continuing Care Retirement Community (total units as independent variable) – General urban/suburban area. 
 

As presented in Table 15, the proposed parking supply will be adequate to serve the calculated 
demand for parking. 

Municipal Code Requirements – Vehicular Parking 

Like bicycle parking, the Contra Costa County Municipal Code does not have code requirements 
for off-street vehicular parking specific to the Continuing Care Retirement Community land use. 
The two land-uses specifically delineated within the Code which are most like the proposed project 
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are likely “multi-family residential without private garage” and “Sanitariums, convalescent homes, 
rest homes, nursing homes.” Table 16 provides a summary of the code required parking for these 
two land use types compared to the project’s proposed supply. 

Table 16: Project Parking – Municipal Code Requirements 

Land Use Code Section Code Language Code 
Requirement 

Proposed 
Supply 

Sanitariums, 
convalescent homes, 
rest homes, nursing 
home 

82-16.406 One space for every three beds 255 spaces 594 spaces 

Multi-family 
residential without 
private garage 

84-26.1202 

1 space per studio unit 
1.5 spaces per 1-bedroom unit 
2 spaces per 2+ bedroom unit 
0.25 spaces per unit for guests 

792 spaces 594 spaces 

Source: Contra Costa County Code Codified through Ordinance No. 2020-16, passed May 26, 2020. Fehr & Peers 2021. 
 

As summarized in Table 16, the Code required parking for the “multi-family residential without 
private garage” and “Sanitariums, convalescent homes, rest homes, nursing homes” land-use 
categories do not accurately describe parking conditions at a Continuing Care Retirement 
Community facility. Since there are no specific requirements for this land use, the County may rely 
on the Planned Unit District (P-1) regulations as outlined in Code Section 84-66.1404. This section 
allows the County, through Planning Commission approval latitude in regulations, including how 
the Code requirements for vehicle and bicycle parking are applied. Relying on the parking demand 
information collected nationwide at similar facilities (Table 15) would provide the most accurate 
guidance for the amount of parking required at the facility. 

Contra Costa County Mandatory Electric Vehicle Charging Measures 

Contra Costa County’s Electric Vehicle charging requirements are described within their Municipal 
Code (County Code Section 74-4.006 – Amendments to CGBSC – Electric Vehicle Charging 
Standards) and Appendix A of the Transportation Analysis Guidelines (Conservation and 
Development Department, Public Works Department, June 23, 2020), Per Section 4.106.4.1 of the 
County Code, 10 percent of the total number of parking spaces provided for multi-family housing 
uses shall be electric vehicle charging stations. Half of these spaces must be equipped with fully 
functioning electric vehicle charging stations. The remaining five percent shall be capable of 
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supporting future electric vehicle charging stations. Non-residential uses are required to provide 
the number of electric vehicle charging stations specified in Table 5.106.5.3.3 of the County’s Code, 
which equates a number of parking spaces to number of charging stations. 

A total of 594 parking spaces are proposed as part of the project. Of these, 410 would be dedicated 
to the Independent Living Building, 104 to the Villas, and 80 to the Health Center. Treating the 
Independent Living Building and Villas as multi-family residential housing and the Health Center as 
a non-residential use yields the following number of electric vehicle charging stations: 

• Independent Living Building (410 total parking spaces) – 21 fully functional electric vehicle 
charging stations and 20 spaces capable of supporting future electric vehicle charging 
stations 

• Villas (104 total parking spaces) – 6 fully functional electric vehicle charging stations and 5 
spaces capable of supporting future electric vehicle charging stations 

• Health Center (80 total parking spaces) – 6 fully functional electric vehicle charging stations 

The project proposes the number of electric vehicle charging stations mandated by County Code, 
at the required locations. 

Emergency Vehicle Access 

The applicable emergency vehicle access standard for the proposed project is the 2016 California 
Fire Code (California Code of Regulations, Title 24, Part 9, January 1, 2017). The applicable code 
requirements are as follows: 

• Projects having more than 200 dwelling units. Multiple-family residential projects having 
more than 200 dwelling units shall be provided with two separate and approved fire 
apparatus access roads regardless of whether they are equipped with an approved 
automatic sprinkler system. 

• Where two fire apparatus access roads are required, they shall be placed a distance apart 
equal to not less than one-half of the length of the maximum overall diagonal dimension 
of the property or area to be served, measured in a straight line between accesses. 

• Fire apparatus access roads shall have a minimum width of 20 feet with turning radii of 25 
feet inside and 45 feet outside. 

Based on the current site plan, the project appears to be designed to accommodate turn 
movements of fire trucks into, within and out of the site. Three fire apparatus access roadways are 
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proposed as part of the project – the main entrance and EVAs located at the northern and southern 
ends of the site. Therefore, safe, and adequate emergency vehicle access is currently proposed as 
part of the project. 

Security/Vehicle Access Gates 

Vehicular access to some portions of the project site would be restricted with gates, as illustrated 
on Figure 1. Gates and access kiosks would be installed on the private internal access roadways 
immediately north and south of the Kinross Drive extension. All residents and employees would 
have key cards which would provide gate access. Guests would be able to use call boxes at the gate 
kiosks to obtain access. Delivery trucks would be pre-arranged and provided with their own access 
permissions provided at the time of delivery schedule. Turn-around areas are provided within the 
site plan’s design which would enable any vehicle not able to obtain gate access via the kiosk to 
exit the gate area. Vehicles not able to obtain gate access would be able to exit the project site or 
park and stop at the main clubhouse where a guard will be stationed at all times. 

Access to the main clubhouse and visitor center area would be unobstructed and accessible directly 
via the Kinross Drive extension. 

Construction Traffic 

Construction Schedule 

Site grading, and construction of all buildings and improvements will be completed in a single 
“phase” over a total period of approximately 3-4 years.  Grading operations will be completed in 
the first 12 months (months 1-12), followed by construction and occupancy of the Independent 
Living Units and Clubhouse facilities approximately 22 months later (months 13-34).  Work on the 
Health Care Center will commence in month 22 and take approximately 18 months to complete 
(months 32-46).  The overall construction timeline is subject to licensing and inspection to be 
carried out by the California Office of Statewide Health Planning and Development (OSHPD). 

Construction Traffic and Haul Routes 

The total overall project excavation volume is expected to be approximately 225,000 cubic yards 
(CY), with roughly 150,000 CY of fill, resulting in the potential for export of up to 75,000 CY.  This 
represents either 7,500 single trailer truck trips or 3,750 dual trailer trips during the first 12 months 
of construction. All construction traffic (worker and truck traffic) will utilize Kinross Drive to 
Marchbanks Drive to Ygnacio Valley Road to complete site ingress and egress. 
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Recommendation Trans-3 – Construction Traffic Management Plan 

To mitigate potential disruptions during project construction, the project should prepare and 
submit a Construction Traffic Management Plan for County review and approval. The plan shall 
include, but not be limited to, the following: 

• Identification of the traffic controls and methods proposed during each phase of project 
construction. Provision of safe and adequate access for vehicles, transit, bicycles, and 
pedestrians. Traffic controls and methods employed during construction shall be in 
accordance with County and City of Walnut Creek standards and the requirements of the 
Manual of Uniform Traffic Control Devices (FHWA, 2009 MUTCD with Revisions 1 and 2, 
May 2012). 

• Provision of notice to relevant emergency services, thereby avoiding interference with 
adopted emergency plans, emergency vehicle access, or emergency evacuation plans. 

• A prohibition on all construction truck activity during the weekday morning and evening 
peak commute periods (7 to 9 AM and 4 to 6 PM). 

• Preservation of emergency vehicle access. 
• Identification of approved truck routes in communication with the County and City of 

Walnut Creek.  
• Location of staging areas and the location of construction worker parking.  
• Identification of the means and locations of the separation (i.e. fencing) of construction 

areas and adjacent active uses. 
• Provision of a point of contact for adjacent residents to obtain construction information, 

have questions answered and convey complaints. 

Please do not hesitate to call if you have any questions regarding this transportation assessment.  

Attachments: Figures 1 – 8, Technical Appendix (Synchro Worksheets, Crash Prediction Evaluations) 
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